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Abstract 
Transport is in crisis in the Senegalese capital city. The urban structure in Dakar is characterized by a main urban 
pole, monopolizing industrial activities; harbor and port activities were also moved from other cities to Dakar. 
Around 80% of the activities are concentrated is the capital city. However, the public transport sector is not very 
organized and reliable; it is also informal except the bus system. Since 2000, Conventional bus services are operated 
by Dakar Dem Dikk (DDD), but the situation deteriorated in 2003 and 2004 so that very few vehicles were operated 
daily. There are around 2,500 to 4,000 smaller buses, known as cars rapides, with between 25 and 40 seats. Only 
10% of the population in Dakar own a car and 76% of the population uses mass transit as Ndiaga Ndiaye and car 
rapid. They are all facing to worsening traffic congestion. This paper aims to analyze the urban transportation 
situation in Dakar, classify the problems encountered by the urban structure and define the transportation needs of 
Dakar urban system. Thus Integrated Rapid Transit (IRT) was suggested as the alternative solution to the 
transportation system in Senegal.  
© 2012 Published by Elsevier Ltd. Selection and peer-review under responsibility of Beijing Jiaotong 
University (BJU) and Systems Engineering Society of China (SESC).   
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1. Introduction 
Transportation problem is now an important concern for the entire world. Access to public transport in 
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the developing world is tenuous. Mobility in urban third world cities is marked by an unavailability of 
reliable public transport, the population growth and the no link between that population growth and the 
development of economic production’s capacities.  
Urban phenomenon becomes real concern in sub-Saharan Africa. Senegal knows one of the highest 
rates of urbanisation in Africa, 45% and it changes from one region to another. It supposed to be 56% in 
2015.  
Senegalese urban structure is characterised by a macrocephalic capital which alone concentrates 54% 
of the urban population. The urban area of Dakar (3 million inhabitants) remains the economic lung of the 
country (ITDP 2004). 
There were in 1996 about 2 million inhabitants, or 23.5% of the total Senegalese population. As for the 
region of Dakar, the population was estimated in 2007 to 2 428 155 inhabitants where 50.1 % are male 
against 49.9 % of female.  
Senegalese capital city represents near the quarter (21.4%) of the total population of the whole country, 
estimated at 11 360 985 inhabitants. Nowadays, one Senegalese out of two is a city dweller; one city 
dweller out of two is living in Dakar. 
As a result, transportation problem is a real in Dakar; getting the job place or going to school remain 
too difficult and air pollution is high due to old means of transport. The main urban transport system in 
Dakar is still the dilapidated Car Rapid and Ndiaga Ndiaye that are symbols of Senegalese urban society. 
Senegalese most commonly use informal public transportation due to the insufficiency of formal 
transportation system. 
This paper aims to analyze the urban public transportation situation in Dakar with its ongoing 
problems and to identify the characteristics of current urban transport system in the city. Hence, data and 
analysis was undertaken from Official documents, reports, papers about transportation situation and 
evolution in Dakar. 
This paper will be divided into two parts; the first will present an analytical situation of Dakar urban 
transport and the second will focus on sustainable transportation needs and issues. 
2. Urban and economic situation 
Dakar is the capital city of Senegal; it is located on the Cap Vert Peninsula on the Atlantic coast and is 
the westernmost city in Africa. It is a major administrative place and concentrates more than 80% of the 
industrial service. The heart of its economy is located in the district called “Plateau”, at the end of the 
peninsula.  
The Dakar Metropolitan Area represents less than 1% of the national territory, but shelters 25% of its 
total population and 50% of its urban population (Wang, 2009). Since it was the capital city of the French 
West Africa (AOF), Dakar has been a hub; its strategic position was instrumental in its cultural and 
political leadership. Moreover, its economic, cultural, and political leadership was associated with 
touristic and military assets derived from a favorable geographical context. 
The access level of the urban services in the city is intrinsically linked to the geographical mobility of 
the users. The spatial configuration of Dakar concentrates the big urban services, workplaces and the 
main part of the administration in the down town; residences are dispatched in diverse places. The central 
district named Plateau is home of more than 80% of the urban fabric. All roads are converging in the 
central district. The industrial and commercial area is boarding the sea (Atlantic Ocean) and is extended 
along the main district. Dakar combines urban problems caused by the rapid growth of population, illegal 
housing, traffic problem, flooding, poverty, etc. 
The national GDP per capita was estimated around to 600 USD in 2000 according the Document of 
strategy for reduction of poverty (DSRP, 2002). That classifies Senegal in the Less Advanced Countries 
45 Papa Elimane Faye /  Procedia - Social and Behavioral Sciences  43 ( 2012 )  43 – 53 
in 2001. The average share of household income spent on transport is 8.3 % in 2000, according to Emtsu 
survey (Syscom 2001). The unemployment rate is estimated to 11.7%. The informal employment share 
would be 76% according to a recent survey (reported by Gmat, 2004). 
Compared to other African cities, the population density in Dakar is too high but it’s not that high 
compared to the world standard. However, the capacity for accommodating its population is too small to 
catch up to develop infrastructure and maintain environment. As a consequence, random urban sprawl 
and deterioration of environment in Dakar become serious social problems. 
The Senegalese capital city is on a narrow peninsula, and most of the trips are heavily concentrated on 
reaching Plateau, the central business district. “Unlike many African cities, which sprawl in all directions 
at rather low densities, Dakar has a similar urban form to cities like Hong Kong and Bombay, India, 
which have some of the highest densities in the world” (ITDP 2004). 
3. An analytical identification of Dakar’s transport problem 
3.1. Walking as a main mean of transport 
Fig. 1. Number of daily trip per person, source: Emtsu
Compared to other countries, the number of daily trip per person is normal but most of the trips are not 
motorized. According to Fig. 6 Men move more than women, they also prefer walking than using 
motorized car. In the poor category, the individual rate of mobility for men with a motorized transport 
mode is 0.8 while it is 0.5 for women.   
The use of foot for travel is common in developing countries; the “walking rate” of underdeveloped 
city came with a lack of transportation means and/or the high level of poverty.  Anyway, urban mobility 
system is diversified in these cities. In Dakar, people walk to go to school, hospital, doing business and 
visiting family. 
Motorized transportation is expensive while more than half of people are poor. Thus, it is 
understandable that walking has a big role in Dakar’s transportation system and especially for the poorest 
which are numerous 44% (Dramani, 2011). Bike is not a common mode of transportation in Dakar and 
the supply of motorized transport is very weak. 
Walking is more popular with students who can get school and people going to shopping centers 
within 30 minutes from dwellings. Their walking practice is done in a short distance. However, there is a 
long distance walk with people who cannot access to public transportation due to the lack of financial 
resources. Workers are usually taking public or private car but some of them walk when they work near 
their house.   
46   Papa Elimane Faye /  Procedia - Social and Behavioral Sciences  43 ( 2012 )  43 – 53 
Thus, walkers can be divided into two groups: those who can access transportation service and 
equipments within 30 minutes from their dwellings and those who do not have financial opportunities to 
get other transportation mode. 
In the first group, there are students who live near the school, housewives who can reach the 
marketplaces so easily, workers whose dwellings are near the workplace, jobless and all people going to 
the public transportation stops and/or station. 
In the second group, there are students who do not have enough money to pay for public transportation 
and whose schools are quite far away from dwellings and low-income. 
Problems in public transportation and sometime the lack of reliability of informal transportation 
encourage people to walk even when the distance is not short; there is also the lack of bicycle-use in 
Dakar. But the main pedestrian users are people with few financial resources, the jobless and people 
whose destinations are near the dwelling. 
Many trips are made by walk (75%) and only a minority of them by motorized modes (25%). The rate 
of walkers in Dakar urban area exceeds 73%; theses pedestrian combine short and long distance 
displacement (DPS, 2010).  
Only some students and working people can use public or private transport every day. This is because 
more than 60% of the population are young (less than 25 years old) and more than 50% of the population 
are jobless (DPS, 2010).  
There are also people living in neighborhoods such as Medina, Grand Dakar and Gueule Tapee. They 
can access the downtown so easily and within one hour by walking. 
3.2. Non existence of bike system 
In Dakar, urban transportation system was not designed for Non Motorized Transportation; most of 
walking side has developed spontaneously and were never upgraded. The existing walking sides remain 
outside from the normal processes of transportation planning. 
The preeminence of walking makes sense in the poor country where population is young. It makes 
sense where the lack of resource is so high. In Dakar, there is no effort to encourage non motorized 
transportation as bicycle and most of people do not have money to buy a bike.  
Despite this bike-less culture, there is no bike infrastructure in the city, any kind of bike lane for the 
urban planning system. Consequently, the preeminence of walking is justified. 
Also there are some stigmatizations of bike use; in Senegal, a woman bike rider is badly seen so does a 
rich people. It is not also common to see more than 40 years old men using bike.  
Hence, bike is exclusively reserve to young people and is not defined as a mean of transportation in 
Dakar. This situation is noticeable in many countries in Africa while developed countries create bicycle 
friendly cities. 
Culture of cycling changed the ways of seeing in some developed countries; lifestyle and gender 
perception have much more evolved, new economic conditions and western culture removed the 
difference between male and female.  
Also, rights are the same for men and women and society is not anymore based on feminine stereotype 
with women supposed to be only housewife. There is also no categorization of transportation means for 
rich, or for poor and young. 
4.  Domination of informal transport system  
As in much of the rest of Africa, public transport in Dakar is dominated by the informal operations of 
minibuses locally known as ’Cars Rapides‘and ‘Ndiaga Ndiaye’. 
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The exact number operating is unknown and their ageing fleet is usually in poor condition and, despite 
relatively low fares, services are erratic and quality poor. They are old, artisanal, highly polluting vehicles 
(average age of over 15 years) and a lack of road safety. 
These types of transportation carry the heaviest load of passengers. Unregulated competition between 
them and traffic congestion bring them to “stop in unregulated locations, sometimes consuming two full 
lanes of traffic. Furthermore, the competition for passengers along the roadway means that they run down 
pedestrians” (ITDP, 2004).
The motorized people in its majority, use the “car rapide”, “Ndiaga Ndiaye” and the minibuses to 
ensure their displacements. They are confronted with very large congestion, but the urban congestion in 
Dakar is not the prerogative of the poor people, those who are able to take the buses and taxis also are 
victims, just as those who have their own cars. 
      
Fig. 2. Ndiaga Ndiaye with apprentis on the back            Fig. 3. Car rapid with apprentis on the back 
Car rapide and Ndiaga Ndiaye tend to be older and pollute heavily; the pass-receiver called 
“apprentis” “stand outside on the back of the bus right above the tailpipe emitting black clouds of exhaust, 
breathing emissions all day long”. Each trip is quite cheap but with cutting road system (car rapid and/or 
Ndiaga Ndiaye divide one trip into two or three rides to get to their destination), trips have become more 
expensive than expected. 
Owners of Car rapid and Ndiaga Ndiaye are not always the real managers. They used to hire a driver 
and a pass-receiver who is also the controller. They should pay every day to the owner a fixed amount of 
money. That amount depends on the state of the vehicle, it is usually between 15 000 Fcfa and 18 000 
Fcfa, or 28 to 34 USD (Lombard, 2005). 
All administrative services and maintenance should be done by the owner; he has to repair the vehicle 
if it is broken down. The driver is operating the vehicle with the help of a controller he may sometimes 
choose, in that case, the driver will pay the daily amount required by the owner and will manage the 
vehicle.  
The controller or pass-receiver who is locally called apprentis is directly chosen by owner, thus he has 
the responsibility to plan and choose the best route where he think demand will be high; this is not a real 
planning, it depends on the controller feelings. So the real manager is neither a driver nor an owner, but 
he is essentially the controller. 
5.  AFTU minibus to formalize the system 
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Car rapid and Ndiaga Ndiaye are supposed to disappear from Dakar’s urban design and to be replaced 
by AFTU minibuses (ITDP, 2004). An important number of minibuses are already introduced in the 
urban transportation and some specific lines were given to them (Godar, 2005).  
Unlike what we used to see with Car Rapid and Ndiaga Ndiaye, AFTU minibuses show a new step of 
the modernization of the system. They have a ticketing box and specific terminal (stop). 
AFTU minibuses are quite new and well managed in the beginning. But now about 8 years from their 
introduction in the urban transportation system, they turn into car rapid and Ndiaga Ndiaye’s model. 
Some of them do not have good maintenance and others are hitting by passengers indiscipline.  
The new scheme of GIEs (Grouping of owners in large management units) introduced formally in 
2001 does not seem to have introduced really new rules of management; there are neither common 
structures of management nor accountability between the members: every owner continues his own direct 
relationship with the driver(s) who are autonomous (Godar 2005). 
In this way, the expected result for minibuses and car rapid reform has passed away. What we have in 
Dakar is renewal of previous system with the same operating methods. That makes people to still use car 
rapid and Ndiaga Ndiaye and some of them prefer using the old one rather than the new AFTU minibuses. 
This is because AFTU are not as frequent as Car Rapid and Ndiaga Ndiaye, they are more expensive and 
it is difficult to get seat in the vehicle. 
6. Urban and environmental risks 
Congestion and other transportation problems set off several risk in urban being as noise, pollution and 
urban deconstruction. Horns of car are first pollutant; sonorous pollutant that disturb circulating people 
and even population in dwellings. Honk-use is done with zeal in Senegal urban system, therefore, the use 
of car horn appears as the main communication language between vehicles themselves, between drivers 
and driver-assistants (apprentis in Senegal), between drivers and customers, between drivers and 
pedestrians. So any action of car in Dakar is accompanied with vehicle horns noise. The use of horn is a 
big problem in Dakar urban transport. 
There is no information about damages directly caused by noise, but compared with European 
standards, “measurements have shown that the noise level during the morning rush hour in Dakar is 
always higher than acceptable (65 DBA) on both primary and secondary routes”. (World bank, 2001).  
      
Fig. 4. Car rapide smoking on traffic jam             Fig. 5. Pollution map, sources: AQ Dakar \ B Sivertsen 
Pollution. In Dakar, everybody knows that this problem is gaining weight, but so far there are no 
measures or studies with figures showing the real situation. The polluted gas from old diesel bus is high; 
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car rapide and Ndiaga Ndiaye emit large quantities of blackened smoke in the air that passengers breathe. 
Air quality is not in a good point according to Dakar local government.  
 “Gasoline sampling results showed that lead was still present in Senegalese gasoline after the ban, but 
that levels varied across different times and areas. Most importantly, lead content in gasoline in the 
capital, Dakar, was much lower--and 75% of all cars in Senegal are located here. Overall, lead levels in 
gasoline decreased between September 2006 and March 2007”(Sivertsen, 2011) 
As it appears in Fig. 5, red signal is shown everywhere in Dakar but is more visible in the area where 
the international port is located; in this area, there is train station and some factories. Car rapide and 
Ndiaga Ndiaye stations are also located. So we can understand why the red signal dominates this area. It 
means the most polluting area in Dakar is this area where Car rapide, Ndiaga Ndiaye, train and factories 
are concentrated. There is no green signal in Dakar, It means that air quality is not high in the whole city 
but it appears poor in Ndiaga Ndiaye and Car rapide routes as the signal are brown. It is harmful in 
Colobane, area where car rapid and Ndiaga Ndiaye are more important and it appears fair (not so low 
quality) in Corniche, Plateau and wherever Car rapide and Ndiaga Ndiaye are not admitted. This situation 
shows that Car rapide and Ndiaga Ndiaye cause some dysfunction in the atmosphere. Looking the figure 
9 we find that smoke from vehicles is frequent and accepted in Dakar public transportation. According to 
the local government, this situation had posed serious environmental and public health problems, 
especially for the most vulnerable population: children, pregnant women, and people with respiratory 
diseases such as asthma, pneumonia, and tuberculosis.  
Thus, transportation problem in Dakar is not only the lack of organized system and the chronic traffic 
congestion; it involves also a worrisome pollution for both air and noise. Hence, Dakar needs to consider 
its urban transportation system; it should identify as well the real needs for a modern and sustainable 
transport system that meet the international standards. Transportation-needs become a common used 
concept that observers, researchers try to redefine; it is now more important than the only vision of 
passengers and users need. It involves effectiveness, efficiency and sustainability.  
7.  Identification of Needs and issues 
Traffic congestion, urban dysfunction, centrality, air pollution and urban noise are all associated with 
excessive use of car. In some developed countries, private vehicle usage is so important to disturb 
improvement of public transport; in other developing countries, public transport is too disorganized to 
create various traffic problems. This last case is close to major African’s mega cities situation such as 
Dakar. According to many observers, transportation systems in Africa’s capitals do not meet the 
requirements. So they argue that rapid transit is necessary for African mega cities;  
The offered service of public transport in Senegalese capital city is insufficient and deteriorating from 
year to year, according to observers and decision makers. It is very difficult to move in Dakar by public 
transport as well as by private car because of the congestion encountered on the main roads, especially in 
the central city area. The travel times of the main trips from periphery to the center (Plateau area where 
the main administrations and shopping facilities are located) have become very long: they can be one or 
two hours according to many observers who mention a deterioration of performances since 2000. 
The bus company is not that big, actually, it moves less than 3% of the population and railway 
transport is limited to less than 1% of all traffic. Most important to Dakar’s public transit system are the 
informal minibuses, “car rapides” and “Ndiaga Ndiaye”. These vehicles carry the biggest number of 
passengers.  
There is a need to improve urban transportation in Dakar in order to provide fast and efficient 
transportation alternatives, and to minimize the potential environmental effects of the automobile. So
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communities need rapid transit to reduce congestion, improve air quality, and provide mobility options, 
particularly for underserved populations. But deciding what type of service to provide can be difficult. 
It is required by a major city in the developing or under developed country to quickly develop a mass 
transit system, but they do not have enough capital to invest in new heavy or light rail, even if heavy and 
light rail are popular options,  they are very expensive for underdeveloped countries. Traditional bus 
service is flexible and inexpensive, but it is often slow and saddled with a negative public image. Then 
another option, the third and cheapest one is offered by Bus Rapid Transit (BRT). 
All around the world, there are more than 100 BRT projects that are in operation or in development. 
Bus Rapid Transit systems provides the largest possibility to facilitate the accessibility of public transport 
that has ever occurred in the developing world with less cost. 
Bus Rapid Transit (BRT) combines the best features of rail with the flexibility and cost advantages of 
roadway transit. BRT has been successfully implemented in Australia, South America, Europe, some part 
of Asia and is now gaining popularity in North America. 
Hence, it is important for decision-makers and transit researcher to identify potential modes to satisfy 
the travel needs of deteriorated system and the functional requirements of transport network. To identify 
the best generator of good mobility in Dakar, it appears important for me to consider this following issue 
to get the new approach of evolutive Transportation Need.  What kind of mass transit system is 
affordable to provide a higher quality service, improve journey times and reliability of service? In other 
words, the big issue is how decision-makers can upgrade, improve existing transit service, design track 
and reduce traffic jam at low cost? 
8.  Formulation of alternative options (NMT, BRT) 
The first and most fundamental option to meet sustainability is to develop a non-polluting transport 
method to be accompanied by a less polluting mass transit. It can help to reduce congestion and high 
vehicle dependence.  
8.1. Non-Motorized Transport (NMT) 
         
Fig. 6. Exclusive Green bike lane                                           Fig. 7. Exclusive walking lane 
Non motorized transport is particularly important for poors, in many cities, it is the main mode of 
transport and it provides environmental advantages. But, in most African cities, policy makers ignore and 
discourage NMT when they formulate or implement infrastructures. Among the transportation needs, 
African cities should think about a framework within which NMT’s potential may be better exploited. 
51 Papa Elimane Faye /  Procedia - Social and Behavioral Sciences  43 ( 2012 )  43 – 53 
NMT accounts for between 40 and 60% of all trips in several major cities in Asia. In the poorer cities 
in Africa, that proportion is even higher. The walkers in Dakar urban area exceed 73%; theses pedestrian 
combine short and long distance displacement (DPS, 2010).   
The two major modes of NMT are walking and various forms of cycling, which can be personal or 
public transport.  
o Place should be given to walkers when expert design track. In some big cities, exclusive walking lane 
exists (Fig. 7). For very short trips, walking is the main mode of transport in most societies, rich or 
poor. The modal share of walking can be very high from country to country. 
In African country, the political attitude toward pedestrians is often neglected or curiously hostile. 
Pedestrian space is continually being eroded. 
Less than one-half of the major roads in Dakar have sidewalks, but they are always occupied by street 
vendors or blocked by parked cars and motorcycles in downtown and encroached upon by shop 
premises in some residential area. 
In some new infrastructures such as highway, there has been an attempt to plan for pedestrians with 
physical segregation of pedestrians by overpasses, subways, and barriers, but usually, they are poorly 
designed. 
o The bicycle represents a trade-up from walking. In many of the poorer developing countries, only 
middle-income households can afford bicycles. Most bicycle users in these cities preferred bicycle to 
bus primarily because it was less expensive, but the majority also found it more flexible in routing, 
faster, and more reliable. 
In some developed countries as Netherlands or Japan, bicycle is considered as an important and major 
mode of transportation which can be an alternative to automobile. In urban transportation case, bicycle 
appears to be a viable mode of displacement.  
In Dakar case study, there is almost no track for bicycle; policymakers 
have deeply neglected bike infrastructures. Hence the share of bicycle is just 1% of the Dakar modal 
share.  
8.2. NMT Policy Package 
In Dakar, urban transport system was not designed for NMT; most of walking side has developed 
spontaneously and were never upgraded. The existing walking side remains outside the normal processes 
of transport planning. 
To modernize and make up sustainable urban transport in Dakar, it is necessary to retrofit the design 
with an attractive NMT package responding to both walking and cycling facilities. Since the system was 
not originally designed for NMT, a deep study is necessary to modify the system. 
The more successful and sustainable schemes is to incorporate an exclusive and intensive pedestrian 
concentration as a feeder lane. For policy orientation, the fundamental issues and concern are how to 
combine road traffic disruption and re-distribution with successful feeder mode and safer bike lane.  
The lack of study in African network is noted and corrupt supplementation of network planning. 
But modernizing sustainable urban transport in Dakar should involve deep study and experiences review 
to decide between separation and mixing NMT mode for planning system and to determine the function, 
physical characteristics, and use of each element in the network. 
In Dhaka, where sustainable transport is still missing, a strategy of NMT was introduced with effect to 
correct the whole system with the development of laneways that are viable for Bicycle, Pedestrian and 
Rickshaw use that coexist with motorized roadways. 
Hence, it is desirable to include cycling and walking into general traffic infrastructure and 
management planning. It can also help to reduce congestion with a maximum use of bicycles. 
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8.3. Bus Rapid Transit rather than Light rail transit 
So many big cities of the world were confronted with major transportation problems and solved them. 
Some have completely changed system, others have improved the existing landscape and introduced IT, 
but the most effective solution remains multimodal public transport with maximum exploitation of the 
train as Tokyo does.  
For many developed countries, the rail and IT option are not enough to solve the congestion problem, 
most of them have introduced others options of transportation like BRT (Bus Rapid Transit) to raise the 
image of bus and to make it more efficient. Of the various options available for public transportation in 
the world, efficient bus systems can be the best strategy which seems to be more effective and affordable 
for developing countries.
For example, before the existing metro system, Dubai had a rapidly growing population and severe 
traffic congestion problems. The population is forecast to increase by 6.4% annually, rising to three 
million by 2017. So Dubai Municipality identified the need for a rail system to come over transport 
problem based on studies that began in 1997. 
And after long years studying, the metro was fully integrated only in 2005. The Red Line is the only 
route that has been completed so far. It took years for Dubai to completely implement one line of metro 
system.  
This Dubai example means that in a general point of view, rail system dawdles so longtime to be build 
and it costs too much for its implementation. While LRT took around five years to be build, BRT requires 
18 months to be completely operational. In all ways, BRT system is cheaper per kilometer to install and 
to operate than LRT. LRT costs approximately twice as much per kilometer as BRT to install. (Report: E-
11-021, 2011).  
Hence, with African general financial situation and its deleterious climate, the necessary mass transit 
that most cities need is not the costly one for a short term. Only BRT system meets the financial condition 
of some African cities; it can improve traffic service, reduce traffic jam and air pollution in low cost. 
In underdeveloped country, the options are not so large; rail system investment takes so long time, 
about five years, and is very expensive so that the limited option remains the BRT. Capital and operating 
cost data in all existing BRT indicate that Bus Rapid Transit applications are significantly less expensive 
to construct than LRT. BRT is at low cost and can be built within 18 months. This alternative system does 
already exist in several countries in the world but still unknown in Africa. 
African mega cities show real needs in transport system and should be forecasted to an Integrated 
Rapid Transit (IRT) system. This concept involves a high quality and various modes of public transport 
accompanied with an organized non motorized transport (NMT); it does not mandatorily admit a metro 
system but will take priority over private transport. IRT system should be diversified with high 
exploitation of BRT. 
In 1999, Bogota, the Columbia capital city, proposed the Bus Rapid Transit (BRT) system in order to 
alleviate congestion and provide an efficient and cost-effective means of transportation. The new public 
transportation system became operational in a short amount of time; it has given positive impact to the 
streetscape in the exterior arterials and urban core.  
9. Conclusions 
The offered service of public transportation in Senegalese capital city is insufficient and deteriorating 
from year to year. It is difficult to move in Dakar by public transportation as well as by private cars 
because of the congestion encountered on the main roads, especially in the central city area. 
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In order to overcome this problem, Dakar needs new transportation system to meet urban mobility, 
land use development and total security. Sustainable transport and rapid transit are necessary for African 
mega cities because the transportation system in Africa’s capitals and particularly in Dakar is poor.  
A metro or subway system is not necessary as BRT and tram way can give to Dakar all it 
transportation requirements.  They also can give well designed urban system and land use development. 
They finally reduce or remove the informal or artisanal practices in the urban transport system. 
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